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Description

[0001] The present invention relates to a vehicle con-
trol device for controlling a vehicle with an engine accord-
ing to the preamble of independent claim 1 and a vehicle
control method for controlling a vehicle with an engine
according to the preamble of independent claim 4. Such
a vehicle control device and method can be taken from
the prior art document WO 2007/094278 A1.
[0002] To improve fuel economy of an engine in a ve-
hicle, the vehicle is controlled by calculating a target drive
force based on a vehicle speed and an accelerator pedal
opening and calculating a speed ratio and a target engine
torque in accordance with an optimal fuel consumption
line.
[0003] The engine combusts fuel by taking in air. Since
an air density is low, for example, in the case of traveling
in highland, an actual engine torque may become lower
than a target engine torque, the vehicle may not be con-
trolled in accordance with the optimal fuel consumption
line and fuel economy may be deteriorated even if the
target engine torque is calculated in accordance with the
optimal fuel consumption line and the engine is controlled
to achieve the target engine torque.
[0004] Contrary to this, in an invention described in
JP2001-47892A, a target engine torque is calculated
based on an air density and a reduction of an actual en-
gine torque due to the air density is suppressed by con-
trolling an engine based on the calculated target engine
torque.
[0005] The above invention has a problem that, if the
air density is low, the engine torque reaches an upper
limit value when an accelerator pedal opening is in an
intermediate opening region, and an increase amount of
an engine output in relation to the depression of an ac-
celerator pedal becomes smaller to reduce driving per-
formance of the vehicle when the accelerator pedal is
further depressed thereafter.
[0006] The present invention was developed to solve
such a problem and it is the object of the present invention
to provide a vehicle control device and method for con-
trolling a vehicle with an engine which suppress a reduc-
tion in driving performance of a vehicle even if an air
density is low.
[0007] According to the present invention said object
is solved by a vehicle control device for controlling a ve-
hicle with an engine having the features of independent
claim 1. Moreover, said object is solved by a vehicle con-
trol method for controlling a vehicle with an engine having
the features of independent claim 4. Preferred embodi-
ments are laid down in the dependent claims.
[0008] A vehicle control device according to one aspect
is a vehicle control device for controlling a vehicle with
an engine and includes target drive force calculation
means configured to calculate a target drive force based
on a driving state of the vehicle, vehicle speed detection
means configured to detect a vehicle speed of the vehi-
cle, air density calculation means configured to calculate

an air density, target engine output calculation means
configured to calculate a target engine output based on
the target drive force, the vehicle speed and the air den-
sity, and target engine torque calculation means config-
ured to calculate a target engine torque based on the
target engine output and the air density. The target en-
gine output calculation means is configured to set a small-
er target engine output when the air density is low than
when the air density is high. The target engine torque
calculation means is configured to set a larger target en-
gine torque when the air density is low than when the air
density is high.
[0009] Embodiments of the present embodiment and
advantages of the present embodiments are described
in detail below with reference to the accompanying draw-
ings.

BRIEF DESCRIPTION OF DRAWINGS

[0010]

FIG. 1 is a schematic configuration diagram of a ve-
hicle of a first embodiment,
FIG. 2 is a block diagram for the calculation of a
target engine torque correction value and a target
engine rotation speed in the first embodiment,
FIG. 3 is a map showing a relationship of air density
and air density correction coefficient,
FIG. 4 is a map showing a relationship of accelerator
pedal opening, vehicle speed and target drive force,
FIG. 5 is a map showing a relationship of target en-
gine rotation speed, target engine output, target en-
gine torque and optimal fuel consumption line,
FIG. 6 is a map showing relationships of accelerator
pedal opening and engine output when the first em-
bodiment is not used,
FIG. 7 is a map showing relationships of accelerator
pedal opening and engine output when the first em-
bodiment is used,
FIG. 8 is a block diagram for the calculation of a
target engine torque correction value and a target
engine rotation speed in a second embodiment,
FIG. 9 is a schematic configuration diagram of a hy-
brid vehicle of a third embodiment,
FIG. 10 is a block diagram for the calculation of a
target engine torque correction value and a target
engine rotation speed in a third embodiment,
FIG. 11 is a block diagram showing the procedure
of calculating a target motor output in a motor output
calculation unit of the third embodiment, FIG. 12 is
a diagram showing a modification of the embodi-
ments, and
FIG. 13 is a diagram showing a modification of the
embodiments.

DESCRIPTION OF EMBODIMENTS

[0011] A vehicle 100 of a first embodiment of the
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present invention is described using FIG. 1. FIG. 1 is a
schematic configuration diagram of the vehicle 100 of
the present embodiment.
[0012] The vehicle 100 includes an engine 1 as a mo-
tive power source, a drive system 2 for transmitting an
output of the engine 1 to wheels 9 and a controller 3 for
controlling the engine 1 and the drive system 2.
[0013] The drive system 2 includes a torque converter
4, a forward/reverse switching mechanism 5, an auto-
matic transmission 6, a final reduction differential device
7 and drive shafts 8.
[0014] The torque converter 4 includes a lock-up clutch
(not shown). The torque converter 4 is switched to a lock-
up state where the lock-up clutch is completely engaged,
a converter state where the lock-up clutch is completely
released and a slip state where the lock-up clutch is half-
engaged.
[0015] The forward/reverse switching mechanism 5 in-
cludes a planetary gear set as a main constituent element
and switches a rotation transmitting state between the
engine 1 and the automatic transmission 6 by engaging
or releasing a forward clutch and a reverse brake. The
forward/reverse switching mechanism 5 transmits rota-
tion produced in the engine 1 without changing a rotating
direction when the forward clutch is engaged and the
reverse brake is released, and transmits the rotation pro-
duced in the engine 1 while reversing the rotating direc-
tion when the forward clutch is released and the reverse
brake is engaged.
[0016] The automatic transmission 6 is a continuously
variable transmission including a primary pulley, a sec-
ondary pulley and a belt mounted on the primary pulley
and the secondary pulley. A speed ratio is changed by
changing a contact radius of the belt and each pulley.
[0017] The final reduction differential device 7 is an
integrated assembly of a final speed reducer and a dif-
ferential device and transmits rotation transmitted from
an output shaft of the automatic transmission 6 to the left
and right drive shafts 8 after reducing the speed of the
rotation. Further, the final reduction differential device 7
automatically gives a speed difference to enable smooth
traveling when it is necessary to create a speed differ-
ence between the rotation speeds of the left and right
drive shafts 8 such as at the time of traveling on a curve.
The wheel 9 is mounted on the tip of each of the left and
right drive shafts 8.
[0018] The controller 3 is configured by a microcom-
puter including a central processing unit (CPU), a read-
only memory (ROM), a random access memory (RAM)
and an input/output interface (I/O interface).
[0019] To the controller 3 are input a signal from an
accelerator pedal opening sensor 20 for detecting an ac-
celerator pedal opening, a signal from an atmospheric
pressure sensor 21 for detecting an atmospheric pres-
sure around the vehicle 100, a signal from a temperature
sensor 22 for detecting an outside temperature, a signal
from a vehicle speed sensor 23 for detecting a vehicle
speed and the like. The controller 3 controls the engine

1, the torque converter 4, the forward/reverse switching
mechanism 5 and the automatic transmission 6 based
on the input signals.
[0020] Next, methods for calculating a target engine
torque correction value and a target engine rotation
speed in the present embodiment are described using
FIG. 2. FIG. 2 is a block diagram for the calculation of
the target engine torque correction value and the target
engine rotation speed. Calculations described here are
performed by the controller 3.
[0021] An air density calculation unit 30 calculates an
air density based on the atmospheric pressure around
the vehicle 100. Specifically, the air density is calculated
by dividing the current atmospheric pressure detected
by the atmospheric pressure sensor 21 by a standard air
pressure. The air density is low, for example, when the
vehicle 100 travels in highland.
[0022] An air density correction coefficient calculation
unit 31 calculates an air density correction coefficient
from the air density based on a map shown in FIG. 3.
FIG. 3 is a map showing a relationship of the air density
and the air density correction coefficient. The air density
correction coefficient is 1 when the air density is 1 and
is smaller than 1 when the air density is lower than 1.
[0023] A target drive force calculation unit 32 calcu-
lates a target drive force from the accelerator pedal open-
ing and the vehicle speed based on a map shown in FIG.
4. FIG. 4 is a map showing a relationship of the acceler-
ator pedal opening, the vehicle speed and the target drive
force. The target drive force becomes smaller when the
vehicle speed increases and becomes larger when the
accelerator pedal opening increases.
[0024] A target engine output calculation unit 33 is
composed of a first target engine output calculation unit
34 and a second target engine output calculation unit 35.
[0025] The first target engine output calculation unit 34
calculates a target engine output by multiplying the target
drive force and the vehicle speed.
[0026] The second target engine output calculation
unit 35 calculates a target engine output correction value,
which becomes a final target engine output, by multiply-
ing the target engine output and the air density correction
coefficient. The target engine output correction value is
a value smaller than the target engine output calculated
by the first engine output calculation unit 34 when the air
density is lower than 1.
[0027] A target rotation speed calculation unit 36 cal-
culates a target engine rotation speed from the target
engine output correction value based on a map shown
in FIG. 5. FIG. 5 is a map showing a relationship of the
target engine rotation speed, the target engine output, a
target engine torque and an optimal fuel consumption
line. Specifically, the target rotation speed calculation unit
36 calculates the target engine rotation speed, which pro-
vides optimal fuel consumption, from the target engine
output correction value in accordance with the optimal
fuel consumption line.
[0028] A target engine torque calculation unit 37 cal-
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culates the target engine torque by dividing the target
engine output correction value by the target engine rota-
tion speed. This target engine torque is a value which is
not corrected based on the air density. If the engine 1 is
controlled to generate this target engine torque, an actual
engine torque is smaller than the target engine torque if
the air density is low, thereby deviating from the optimal
fuel consumption line shown in FIG. 5.
[0029] A target engine torque correction calculation
unit 38 calculates a target engine torque correction value,
which becomes a final target engine torque, by dividing
the target engine torque by the air density. The target
engine torque correction value is a value corrected based
on the air density and is larger than the target engine
torque when the air density is low. By controlling the en-
gine 1 based on the target engine torque correction value,
the actual engine torque becomes the target engine
torque to provide an engine torque conforming to the op-
timal fuel consumption line shown in FIG. 5 even if the
air density is low.
[0030] The controller 3 calculates a target speed ratio
by dividing the target engine rotation speed by a second-
ary pulley rotation speed calculated from the vehicle
speed and controls the automatic transmission 6 so that
a speed ratio of the automatic transmission 6 reaches
the target speed ratio. Here, it is assumed that the lock-
up clutch is engaged and the engine rotation speed and
the primary pulley rotation speed have the same value.
Further, the controller 3 controls the engine 1 by control-
ling a throttle opening, fuel injection into the engine 1 and
the like based on the target engine torque correction val-
ue.
[0031] Relationships of the accelerator pedal opening
and the engine output when the vehicle 100 is caused to
travel using the present embodiment are described using
FIGS. 6 and 7. Here, a case is assumed where the vehicle
100 travels in highland where the air density is low. FIG.
6 shows relationships of the accelerator pedal opening
and the engine output in the vehicle 100 in which the
target engine output is the one when the vehicle 100 trav-
els in flatland where the air density is not low and the
engine torque is corrected based on the air density with-
out using the present embodiment. FIG. 7 shows rela-
tionships of the accelerator pedal opening and the engine
output when the present embodiment is used. In FIGS.
6 and 7, the relationship of the accelerator pedal opening
and the engine output when the vehicle 100 travels in
flatland is shown in broken line and the relationship of
the accelerator pedal opening and the engine output
when the vehicle 100 travels in highland is shown in solid
line.
[0032] When the present embodiment is not used, the
engine output increases according to an increase of the
accelerator pedal opening in a region where the accel-
erator pedal opening is smaller than a predetermined
opening (region A in FIG. 6) if a driver depresses the
accelerator pedal. Here, since the target engine output
is set at the same value as in the case of traveling in

flatland and the engine torque is corrected to be equal
to the one in the case of traveling in flatland, the engine
output is equal to the one in the case of traveling in flatland
even in the case of traveling in highland.
[0033] However, in a region where the accelerator ped-
al opening is larger than the predetermined opening (re-
gion B in FIG. 6), an increase amount of the engine output
decreases even if the accelerator pedal opening increas-
es according to the depression of the accelerator pedal
by the driver. This is because the engine torque reaches
an upper limit value since the engine torque is increased
to become equal to the engine output in the case of
traveling in flatland. As just described, the increase
amount of the engine output of the vehicle 100 decreases
before and after the accelerator pedal opening crosses
the predetermined opening, e.g. the increase amount of
the engine output decreases while the accelerator pedal
is being depressed, thereby giving a sense of incongruity
to the driver and reducing driving performance of the ve-
hicle 100.
[0034] In the present embodiment, the target engine
output correction value is calculated based on the air
density. When the air density is low, the target engine
output correction value is reduced. Then, The target en-
gine rotation speed and the target engine torque correc-
tion value based on the target engine output correction
value are calculated and the engine 1 is controlled. Al-
though the engine output becomes lower than the one in
the case of traveling in flatland in this way, it can be sup-
pressed that the engine torque reaches the upper limit
value and the vehicle 100 can be caused to travel by
gradually increasing the engine output according to the
depression of the accelerator pedal by the driver. Thus,
a reduction in the increase amount of the engine output
while the accelerator pedal is being depressed can be
suppressed and a reduction in driving performance of
the vehicle 100 can be suppressed by not giving any
sense of incongruity to the driver.
[0035] Effects of the first embodiment of the present
invention are described.
[0036] By setting a smaller target engine output cor-
rection value, which becomes the final target engine out-
put, when the air density is low than when the air density
is high, the engine output can be increased according to
the depression of the accelerator pedal and a reduction
in driving performance of the vehicle 100 can be sup-
pressed even if the accelerator pedal is depressed to
increase the accelerator pedal opening. Further, by set-
ting a larger target engine torque correction value, which
becomes the final target engine torque, when the air den-
sity is low than when the air density is high, traveling in
accordance with the optimal fuel consumption line can
be enabled and fuel economy can be improved.
[0037] Next, a second embodiment of the present in-
vention is described.
[0038] Parts of the second embodiment different from
the first embodiment are described. The configuration of
the vehicle 100 is the same as in the first embodiment.
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[0039] The second embodiment differs from the first
embodiment in the methods for calculating the target en-
gine torque correction value and the target engine rota-
tion speed. The methods for calculating the target engine
torque correction value and the target engine rotation
speed are described using FIG. 8. FIG. 8 is a block dia-
gram for the calculation of the target engine torque cor-
rection value and the target engine rotation speed. The
same calculation units as in the first embodiment are de-
noted by the same reference signs and not described
here.
[0040] A first target engine output calculation unit 40
calculates a target drive force correction value by multi-
plying a target drive force and an air density correction
coefficient.
[0041] A second target engine output calculation unit
41 calculates a target engine output by multiplying the
target drive force correction value and a vehicle speed.
This target engine output is a target engine output cor-
rected based on the air density. A target rotation speed
calculation unit 36 calculates the target engine rotation
speed based on the calculated target engine output.
[0042] A rotation speed ratio calculation unit 42 calcu-
lates a rotation speed ratio by dividing the target engine
rotation speed by a wheel shaft rotation speed detected
by a vehicle speed sensor 23.
[0043] A target engine torque calculation unit 43 cal-
culates a target engine torque by dividing the target drive
force correction value by the rotation speed ratio.
[0044] Effects of the second embodiment of the
present invention are described.
[0045] The same effects as in the first embodiment can
be obtained also by the configuration of the present em-
bodiment.
[0046] Next, a third embodiment of the present inven-
tion is described.
[0047] A vehicle 101 of the present embodiment is a
hybrid vehicle. FIG. 9 is a schematic configuration dia-
gram of the hybrid vehicle of the present embodiment.
The same components as in the first embodiment are
denoted by the same reference signs as in the first em-
bodiment and not described here.
[0048] The hybrid vehicle includes an engine 1 and a
motor generator 50 as motive power sources, a battery
51 as an electric power source, an inverter 52 for con-
trolling the motor generator 50, a drive system 53 for
transmitting an output of the motive power source to
wheels 9, an auxiliary machine 54, and a controller 3 for
controlling the engine 1, the motor generator 50, the drive
system 53 and the auxiliary machine 54.
[0049] The motor generator 50 is a synchronous type
motor generator in which a permanent magnet is embed-
ded in a rotor and a stator coil is wound around a stator.
The motor generator 50 has a function as a motor to be
rotated and driven upon receiving the supply of electric
power and a function as a generator for generating elec-
tromotive forces at opposite ends of the stator coil when
the rotor is rotated by an external force.

[0050] The battery 51 supplies electric power to vari-
ous electrical components such as the motor generator
50 and stores electric power generated by the motor gen-
erator 50.
[0051] The inverter 52 is a current converter for con-
verting two types of electricity, i.e. a direct current and
an alternating current into each other. The inverter 52
supplies a direct current from the battery 51 to the motor
generator 50 after converting it into a three-phase alter-
nating current of an arbitrary frequency. On the other
hand, when the motor generator 50 functions as a gen-
erator, a three-phase alternating current from the motor
generator 50 is supplied to the battery 51 after being con-
verted into a direct current.
[0052] The drive system 53 includes a first clutch 60,
an automatic transmission 61, a second clutch 62, a final
reduction differential device 7 and drive shafts 8.
[0053] The first clutch 60 is provided between the en-
gine 1 and the motor generator 50. The first clutch 60 is
a wet multi-disc clutch capable of continuously changing
a torque capacity by controlling an oil flow rate and a
hydraulic pressure by a first solenoid valve. The first
clutch 60 is controlled in three states including an en-
gaged state, a slip state (half-clutch state) and a released
state by changing the torque capacity.
[0054] The automatic transmission 61 is a stepped
transmission with seven forward gear positions and one
reverse gear position. The automatic transmission 61 in-
cludes four sets of planetary gear mechanisms and a
plurality of frictional engagement elements (three sets of
multi-disk clutches, four sets of multi-disc brakes and two
sets of one-way clutches) connected to a plurality of ro-
tary elements constituting the planetary gear mecha-
nisms to change linked states of those. A gear position
is switched by adjusting a hydraulic pressure supplied to
each frictional engagement element and changing an en-
gaged/released state of each frictional engagement ele-
ment.
[0055] The second clutch 62 is a wet multi-disc clutch
capable of continuously changing the torque capacity by
controlling the oil flow rate and the hydraulic pressure by
a second solenoid valve. The second clutch 62 is con-
trolled in three states including an engaged state, a slip
state (half-clutch state) and a released state by changing
the torque capacity. In the present embodiment, some
of the plurality of frictional engagement elements provid-
ed in the automatic transmission 61 are used as the sec-
ond clutch 62.
[0056] The auxiliary machine 54 operates when a part
of the rotation of the engine 1 is transmitted thereto.
[0057] To the controller 3 are input a signal from an
accelerator pedal opening sensor 20 for detecting an ac-
celerator pedal opening, a signal from an atmospheric
pressure sensor 21 for detecting an atmospheric pres-
sure around the vehicle 101, a signal from a temperature
sensor 22 for detecting an outside temperature, a signal
from a vehicle speed sensor 23 for detecting a vehicle
speed, a signal from a motor generator rotation speed
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sensor 70 for detecting a rotation speed of the motor
generator 50, a signal from an SOC (State of Charge)
sensor 71 for detecting an SOC of the battery 51, a signal
from an engine rotation speed sensor 72 for detecting an
engine rotation speed, a signal for transmitting an oper-
ational status of the auxiliary machine 54 and the like.
The controller 3 controls the engine 1, the motor gener-
ator 50, the first clutch 60, the auxiliary machine 54 and
the automatic transmission 61 based on the input signals.
[0058] Next, methods for calculating a target engine
torque correction value and a target engine rotation
speed are described using FIG. 10. FIG. 10 is a block
diagram for the calculation of the target engine torque
correction value and the target engine rotation speed.
The same calculation units as in the first embodiment are
denoted by the same reference signs as in the first em-
bodiment and not described here.
[0059] An auxiliary machine torque calculation unit 80
calculates an auxiliary machine load torque necessary
to operate the auxiliary machine 54 based on the oper-
ational status of the auxiliary machine 54.
[0060] A target engine output calculation unit 81 is
composed of a first target engine output calculation unit
34, a second target engine output calculation unit 35, a
motor output calculation unit 82, an auxiliary machine
output calculation unit 83 and a third target engine output
calculation unit 84.
[0061] The second target engine output calculation
unit 35 calculates a first target engine output correction
value (first engine output) by multiplying a target engine
output and an air density correction coefficient.
[0062] The motor output calculation unit 82 calculates
a target motor output correction value based on the SOC
of the battery 51 and the air density correction coefficient.
The motor output calculation unit 82 is described in detail
using FIG. 11.
[0063] The motor output calculation unit 82 calculates
the target motor output based on a map showing a rela-
tionship of the SOC and the target motor output. When
the SOC is lower than a predetermined SOC, the target
motor output has a negative value. When the target motor
output is positive, the motor generator 50 functions as a
motor. When the target motor output is negative, the mo-
tor generator 50 functions as a generator and the motor
generator 50 is driven to generate power by the engine
1. The predetermined SOC is a value which is set in ad-
vance and determines whether or not the battery 51
needs to be charged.
[0064] The motor output calculation unit 82 selects an
air density coefficient and calculates a target motor out-
put correction value (third engine output) by multiplying
the target motor output and the air density coefficient
when the target motor output is negative, i.e. when the
motor generator 50 is driven to generate power by the
engine 1. Since the air density coefficient is smaller than
1 when the air density is lower than 1, the absolute value
of the target motor output correction value is a value
smaller than that of the target motor output. Since the air

density coefficient is 1 when the air density is 1, the ab-
solute value of the target motor output correction value
is equal to that of the target motor output. When the target
motor output is negative, the target motor output correc-
tion value is a value corrected based on the air density.
[0065] The motor output calculation unit 82 selects 1
instead of the air density coefficient and calculates the
target motor output correction value by multiplying the
target motor output by 1 when the target motor output is
positive, i.e. when the motor generator 50 functions as a
motor. When the target motor output is positive, the target
motor output correction value is a value not corrected
based on the air density.
[0066] The auxiliary machine output calculation unit 83
calculates an auxiliary machine engine output (second
engine output) by multiplying the auxiliary machine load
torque and the engine rotation speed. The auxiliary ma-
chine engine output is a value not corrected based on
the air density. If the engine output necessary to operate
the auxiliary machine 54 is corrected based on the air
density, it may not be possible to sufficiently operate the
auxiliary machine 54 when the air density is low. Thus,
the auxiliary machine engine output is not corrected ac-
cording to the air density.
[0067] The third target engine output calculation unit
84 calculates a second target engine output correction
value by adding the first target engine output correction
value and the auxiliary machine engine output and sub-
tracting the target motor output correction value. Since
the target motor output correction value is a negative
value when the motor generator 50 is driven to generate
power by the engine 1, the target motor output correction
value acts to increase the second target engine output
correction value in this case.
[0068] The target engine rotation speed and the like
are calculated using the second target engine output cor-
rection value in the target rotation speed calculation unit
36 and the like.
[0069] The controller 3 controls the automatic trans-
mission 61 and the engine 1 and further controls the mo-
tor generator 50 based on the target motor output cor-
rection value.
[0070] Effects of the third embodiment of the present
invention are described.
[0071] Since the auxiliary machine engine output nec-
essary to operate the auxiliary machine 54 is not correct-
ed based on the air density, the auxiliary machine engine
output for operating the auxiliary machine 54 is certainly
output from the engine 1 even if the air density is low and
the second target engine output correction value is small.
In this way, the shortage of the auxiliary machine engine
output can be prevented and the auxiliary machine 54
can be sufficiently operated.
[0072] When the air density is low and the motor gen-
erator 50 is caused to generate power by the engine 1,
the target motor output is corrected based on the air den-
sity to make the target motor output correction value
smaller than the target motor output. In this way, it is
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possible to charge the battery 51 by generating power
by the motor generator 50 while suppressing a reduction
in driving performance of the vehicle 101.
[0073] Although the forward/reverse switching mech-
anism 5 is provided between the automatic transmission
6 and the engine 1 in the first and second embodiments,
it may be provided between the automatic transmission
6 and the wheels 9.
[0074] Although a continuously variable transmission
is used as the automatic transmission 6 in the first and
second embodiments and a stepped transmission is
used as the automatic transmission 61 in the third em-
bodiment, there is no limitation to these. A stepped trans-
mission may be used in the first and second embodi-
ments and a continuously variable transmission may be
used in the third embodiment.
[0075] Further, for example, the second clutch 62 of
the hybrid vehicle may be separately provided between
the motor generator 50 and the automatic transmission
61 as shown in FIG. 12 or may be separately provided
behind the automatic transmission 61 as shown in FIG.
13. Without being limited to these, the second clutch 62
has only to be provided between the motor generator 50
and the wheels 9.
[0076] Although the air density is calculated based on
the atmospheric pressure detected by the atmospheric
pressure sensor 21 in the above embodiments, an alti-
tude may be detected from information such as that of a
car navigation system and the air density may be calcu-
lated based on the altitude. Further, the air density may
be corrected based on the temperature detected by the
temperature sensor 22.
[0077] The above embodiments or the above modifi-
cations may be combined.

Claims

1. A vehicle control device for controlling a vehicle with
an engine (1), comprising:

target drive force calculation means (3) config-
ured to calculate a target drive force based on
a driving state of the vehicle (100, 101);
vehicle speed detection means (23) configured
to detect a vehicle speed of the vehicle (100,
101);
air density calculation means (3) configured to
calculate an air density;
target engine output calculation means (3) con-
figured to calculate a target engine output based
on the target drive force, the vehicle speed and
the air density; and
target engine torque calculation means (3) con-
figured to calculate a target engine torque based
on the target engine output and the air density,
characterized in that the target engine output
calculation means (3) is configured to set a

smaller target engine output when the air density
is low than when the air density is high; and
the target engine torque calculation means (3)
is configured to set a larger target engine torque
when the air density is low than when the air
density is high.

2. The vehicle control device according to claim 1,
characterized in that the target engine output cal-
culation means (3) is configured to calculate the tar-
get engine output by adding a first engine output
based on the target drive force and a second engine
output for operating an auxiliary machine (54) of the
vehicle (101), to correct the first engine output based
on the air density and not to correct the second en-
gine output based on the air density.

3. The vehicle control device according to claim 1 or 2,
characterized in that the vehicle (101) includes a
motor generator (50) capable of generating power
by rotation produced in the engine (1); and
the target engine output calculation means (3) is con-
figured to correct a third engine output for generating
power in the motor generator (50) based on the air
density when the motor generator (50) is caused to
generate power by the engine (1).

4. A vehicle control method for controlling a vehicle with
an engine (1), comprising:

calculating a target drive force based on a driv-
ing state of the vehicle (100, 101);
detecting a vehicle speed of the vehicle (100,
101);
calculating an air density;
calculating a target engine output based on the
target drive force, the vehicle speed and the air
density; and
calculating a target engine torque based on the
target engine output and the air density,
characterized in that
a smaller target engine output is set when the
air density is low than when the air density is
high; and
a larger target engine torque is set when the air
density is low than when the air density is high.

Patentansprüche

1. Eine Fahrzeug-Steuervorrichtung zur Steuerung ei-
nes Fahrzeugs mit einem Motor (1), die umfasst:

eine Ziel-Antriebskraft-Berechnungseinrich-
tung (3), die konfiguriert ist, um eine Ziel-An-
triebskraft auf Grundlage eines Antriebs-Zu-
standes des Fahrzeugs (100, 101) zu berech-
nen;
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eine Fahrzeug-Geschwindigkeits-Erfassungs-
einrichtung (23), die konfiguriert ist, um eine
Fahrzeug-Geschwindigkeit des Fahrzeugs
(100, 101) zu erfassen;
eine Luft-Dichte-Berechnungseinrichtung (3),
die konfiguriert ist, um eine Luft-Dichte zu be-
rechnen;
eine Ziel-Motor-Abgabe-Berechnungseinrich-
tung (3), die konfiguriert ist, um eine Ziel-Motor-
Abgabe auf Grundlage der Ziel-Antriebskraft,
der Fahrzeug-Geschwindigkeit und der Luft-
Dichte zu berechnen; und
eine Ziel-Motor-Moment-Berechnungseinrich-
tung (3), die konfiguriert ist, um ein Ziel-Motor-
Moment auf Grundlage der Ziel-Motor-Abgabe
und der Luft-Dichte zu berechnen, dadurch ge-
kennzeichnet, dass die Ziel-Motor-Moment-
Berechnungseinrichtung (3) konfiguriert ist, ei-
ne geringere Ziel-Motor-Abgabe zu setzen,
wenn die Luft-Dichte niedrig ist, als wenn die
Luft-Dichte hoch ist; und
die Ziel-Motor-Moment- Berechnungseinrich-
tung (3) konfiguriert ist, um ein größeres Ziel-
Motor-Moment zu setzen, wenn die Luft-Dichte
niedrig ist, als wenn die Luft-Dichte hoch ist.

2. Die Fahrzeug-Steuervorrichtung gemäß Anspruch
1, dadurch gekennzeichnet, dass die Ziel-Motor-
Moment-Berechnungseinrichtung (3) konfiguriert
ist, um die Ziel-Motor-Abgabe durch Addieren einer
ersten Motor-Abgabe, auf Grundlage der Ziel-An-
triebskraft, und einer zweiten Motor-Abgabe zum
Betrieb einer externen Maschine (54) des Fahrzeugs
(101), zu berechnen, um die erste Motor-Abgabe auf
Grundlage der Luft-Dichte zu korrigieren und die
zweite Motor-Abgabe auf Grund der Luft-Dichte
nicht zu korrigieren.

3. Die Fahrzeug-Steuervorrichtung gemäß Anspruch 1
oder 2, dadurch gekennzeichnet, dass das Fahr-
zeug (101) einen Motor-Generator (50) beinhaltet,
der in der Lage ist, Leistung durch Drehung, erzeugt
durch den Motor (1), zu erzeugen; und
die Ziel-Motor-Abgabe-Berechnungseinrichtung (3)
konfiguriert ist, eine dritte Motor-Abgabe, zur Erzeu-
gung von Leistung in dem Motor-Generator (50), auf
Grundlage der Luft-Dichte zu korrigieren, wenn der
Motor-Generator (50) veranlasst ist, durch den Mo-
tor (1) Leistung zu erzeugen.

4. Ein Fahrzeug-Steuerverfahren zur Steuerung eines
Fahrzeugs mit einem Motor (1), das umfasst:

Berechnen einer Ziel-Antriebskraft auf Grundla-
ge eines Antriebs-Zustandes des Fahrzeugs
(100, 101);
Erfassen einer Fahrzeug-Geschwindigkeit des
Fahrzeugs (100, 101);

Berechnen einer Luft-Dichte;
Berechnen einer Ziel-Motor-Abgabe auf Grund-
lage der Ziel-Antriebskraft, der Fahrzeug-Ge-
schwindigkeit und der Luft-Dichte;
Berechnen eines Ziel-Motor-Moments auf
Grundlage der Ziel-Motor-Abgabe und der Luft-
Dichte,
dadurch gekennzeichnet, dass
eine kleiner Ziel-Motor-Abgabe gesetzt ist,
wenn die Luft-Dichte niedrig ist, als wenn die
Luft-Dichte hoch ist; und
ein größeres Ziel-Motor-Moment ist gesetzt,
wenn die Luft-Dichte niedrig ist, als wenn die
Luft-Dichte hoch ist.

Revendications

1. Dispositif de commande de véhicule pour contrôler
un véhicule avec un moteur (1), comprenant :

un moyen de calcul de force d’entraînement ci-
ble (3) configuré pour calculer une force d’en-
traînement cible sur base d’un état d’entraîne-
ment du véhicule (100, 101) ;
un moyen de détection de vitesse de véhicule
(23) configuré pour détecter une vitesse de vé-
hicule du véhicule (100, 101) ;
un moyen de calcul de densité de l’air (3) con-
figuré pour calculer une densité de l’air ;
un moyen de calcul de la puissance moteur cible
(3) configuré pour calculer une puissance mo-
teur cible sur base de la force d’entraînement
cible, de la vitesse du véhicule et de la densité
de l’air ; et
un moyen de calcul du couple moteur cible (3)
configuré pour calculer un couple moteur cible
sur base de la puissance moteur cible et de la
densité de l’air,

caractérisé en ce que

le moyen de calcul de la puissance moteur cible
(3) est configuré pour régler une puissance mo-
teur cible plus faible quand la densité de l’air est
basse que quand la densité de l’air est élevée ;
et
le moyen de calcul du couple moteur cible (3)
est configuré pour régler un couple moteur cible
plus fort quand la densité de l’air est basse que
quand la densité de l’air est élevée.

2. Dispositif de commande de véhicule selon la reven-
dication 1, caractérisé en ce que le moyen de calcul
de la puissance moteur cible (3) est configuré pour
calculer la puissance moteur cible en additionnant
une première puissance moteur sur base de la force
d’entraînement cible et une deuxième puissance
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moteur pour faire fonctionner une machine auxiliaire
(54) du véhicule (101), pour corriger la première
puissance moteur sur base de la densité de l’air, et
pour ne pas corriger la deuxième puissance moteur
sur base de la densité de l’air.

3. Dispositif de commande de véhicule selon la reven-
dication 1 ou 2, caractérisé en ce que
le véhicule (101) comprend un générateur de moteur
(50) capable de générer de l’énergie grâce à la ro-
tation produite dans le moteur (1) ; et
le moyen de calcul de la puissance moteur cible (3)
est configuré pour corriger une troisième puissance
moteur pour générer de l’énergie dans le générateur
de moteur (50) sur base de la densité de l’air quand
le générateur de moteur (50) est commandé par le
moteur (1) pour générer de l’énergie.

4. Procédé de commande de véhicule pour contrôler
un véhicule avec un moteur (1), comprenant :

le calcul d’une force d’entraînement cible sur ba-
se d’un état d’entraînement du véhicule (100,
101) ;
la détection d’une vitesse de véhicule du véhi-
cule (100, 101) ;
le calcul d’une densité de l’air ;
le calcul d’une puissance moteur cible sur base
de la force d’entraînement cible, de la vitesse
du véhicule et de la densité de l’air ; et
le calcul d’un couple moteur cible sur base de
la puissance moteur cible et de la densité de l’air,
caractérisé en ce que
une puissance moteur cible plus faible est con-
figurée quand la densité de l’air est basse que
quand la densité de l’air est élevée ; et
un couple moteur cible plus fort est configuré
quand la densité de l’air est basse que quand la
densité de l’air est élevée.
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